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| NTRODUCTION

In September 1999, USAID/Africa Bureau' s Africa Trade and Investment Policy (ATRIP) Program
provided USDA/Foreign Agricultura Service/Internationa Cooperation and Devel opment/Food
Industries Divisor/Professona Development Program (PDP) with funding to conduct a series of inter-
related activities for the East Africa Subregion (Kenya, Uganda, Tanzania). The activities, proposed in
accordance with ATRIP s objective of helping African private and public sector partners design and
implement policy reforms that will make their countries aitractive to internationd trade and investmert,
are intended to assst policy makersin improving regiond trangportation management and in developing
acommon st of agricultural standards. The very poor state of transportation infrastructure and the
dearth of harmonized standards in the region are two of the largest congtraints restricting faster East
African economic growth, U.S.-East African bilateral trade, and East Africainter-regiond trade.

To most accurately assess the status quo of the trangportation and agricultural standards sectors and to

most gppropriately design technica assistance activities, PDP conducted a sectord assessment in

March 2000. PDP Internationa Program Specidist, Kimberly Hoffstrom, lead the assessment team

with logigtica assstance from FAS/Nairobi Agriculturd Attache, Fred Kessdl, and with technicd

assistance from USDA/Agriculturd Marketing Service Trangportation Specidist, James Caron, and

USDA/Federd Grain Inspection Service Standards Specidist, Brian McKee. The objectives of the

assessment were three-fold:

¢ To better identify the predominant transportation and agricultura standards congtraints in the region
sad to beinhibiting trade.

¢ To propose gppropriate technica assistance activities which would assist the region in overcoming
condraints. Specificaly, to design two U.S.-based training activities for Summer 2000.

¢ Toidentify key playersin the trangportation and agriculturd standards sectors and recommend

potentia participants.

The expected outcome of the proposed activitiesisto assst in the implementation of reforms which can
hel p reduce transportation costs and border difficulties thereby improving trade flow. The U.S. vigts
can exhibit to key stakeholder good working examples in transportation management and harmonized
standards, dso follow-on workshop in countries can help build support for reforms with awider array
of stakeholdersin the EAC region.

The activitieswill provide an opportunity for the identification of better trangport management and
import procedures which should provide abasis for improved practices in the East African region,
thereby facilitating lower cost imports from exporting countries, including the U.S. The activities will
provide the arenain which East African policy-makers can meet with U.S. experts to identify current
endemic congtraints, formulate required policy reforms, and strategize to work towards the objective of
cutting costs and streamlining regulatory processes. Lower codts of trangportation and harmonized, up-
to-date standards will not only promote East African economic growth, U.S.-East Africa bilaterd
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trade, and East Africainter-regiond trade, it will dso foster U.S. investments in the region to further
exploit the trade opportunities in the Eastern African region, in specific, and throughout Africa, in
generd.

PRINCIPAL FINDINGS

TRANSPORTATION:

¢ Port, railway, and highway infrastructure and equipment are al in need of upgrading or refurbishing
in Kenya, Tanzania, and Uganda

¢ Transport officids of dl modesin dl three countries are making a concerted effort to improve
management practices to compensate for the lack of private investment in infrastructure and
equipment.

¢ All three governments are committed to privatizing port and rail operations within their countries
and dlowing rail, motor carrier, port operations and ocean shipping to operate free of economic
regulation.

¢ Each country individudly has initiated a process for reducing the inordinate delays associated with
port and border clearance proceduresinvolving customs, hedth, grading, and security.

¢ All countries participate in some form of regiond effort to minimize impediments to regiond and
internationa trade flows through harmonization of transport, hedth, and grading standards.

¢ Although each country has achieved some success individually and together collectively, there are
dill serious infrastructurd, operationd, and ingtitutiond trangportation congraints which inordinately
drive up the costs of imports and exports.

¢ U.S agriculturd shippers, trangport companies, and government services have faced smilar
congraintsin the past and could give an account of the process involved resolving those problems.

STANDARDS:

C A reoccurring theme reiterated throughout the vast mgjority of the interviews was that “ quality is
irrelevant, unimportant, or at best, very secondary to transportation issues.” When, and if,
those issues are resolved or moderated then full attention might be directed toward food quaity
ISsues.



Change in current conditions will not occur until certain “internd” practices throughout the three
countries are eliminated or, at least, reduced to an acceptable level. These are said to include
“facilitation fees’ and failure to perform services that are billed for.

Harmonized standards for 89 products, including wheat and dry shelled maize (corn), have already
been completed and partialy implemented. However, they have not been in place long enough to
properly assess the benefits. Discussions and actions between the three countries continue with
Tanzaniataking aless active pogtion by stating they will concur with whatever Kenya and Uganda
agree upon provided they agree with Tanzanid s proposas. Each sandard is available from the
Kenya Bureau of Standards for afee. (See attached hardcopy list).

With the exception of the factor moisture, which FGIS removed from the Officid U.S. Grain
Standardsfor dl grains afew years ago, most quaity questions and comments were of a
phytosanitary nature. USDA’s APHIS/PPQ office, which administers phytosanitary issues, closed
their Nairobi office recently and loca phyto issues are now handled out of their South Africaoffice.

Rdativdy little U.S. grainisimported. Most of the whest is said to be from Austrdia and the white
corn from South Africa. No yellow corn isimported.

All bulk grain imports are bagged before digtribution within Kenya and Tanzania or transshipping to
the interior countries of Uganda, Rwanda, Burundi, or the eastern Congo. There are no available
raillcars or trucks designed to carry bulk grain. Only afew smdl facilities are designed to
accommodate bulk grain, and then only limited amounts for a short time.

The new grain slo in the Port of Mombasa officiadly opened in March 2000. It has the capability to
handle bulk grain and fertilizer discharges a the same time and to keep them separate. Grainis
bagged ongte utilizing four bagging lines. The metd storage bins are of the overlgpping self-seding
type. Although the entire facility is not as modern dectronicdly asit could be, this was intentiona
s0 that not as many loca workers would be iminated in this |abor-intensve environment.

KENYA:

ThePort of Mombasa: Mombasais the largest port in East Africaand not only serves Kenya, but
a0 the landlocked countries of Uganda, Rwanda, Burundi, the Democratic Republic of Congo, and
Southern Sudan.  With a maximum depth of 11 meters, Mombasa port handles a variety of agricultura
productsin break bulk, containerized, and bulk form. It has 13 generd cargo berths, 3 container
berths with four 40-ton ship-to-shore cranes and 72 reefer points, and recently opened a 30,000-ton
bulk grain receiving facility. The port generdly handles 1,000 to 1,500 TEU (twenty-foot equivaent
unit) container ships and about 20,000 to 30,000 metric ton bulk grain vessals. Larger vessals may be
accommodated if necessary.



Port Operations: The Kenya Port Authority currently operates not only pilotage and ship berthing but
aso stevedoring, shorehandling of cargo, and two inland container depots. Currently, there is business
and government support to privatize stevedoring and container operations but the processis proceeding
dowly. Port management changes frequently, the current labor force would have to be reduced, and
new management information systems would have to be introduced to coordinate the new private
sector concessions with port authority operations and other port services. Overadl, the port appears
orderly and in fairly good repair. Equipment breakdowns often interrupt the working of shipsand a
equipment repair program is being initiated. Pilferage from and loss of entire containersremains a
problem. New container terminas are planned, better management of current servicesis being

stressed, and the need for eectronic data interchange of cargo information recognized.

U.S. to Mombasa Shipping Patternsand Costs: For containerized agricultural products, whedt,
vegetable oil and pulses made up about 85 percent of Kenya s containerized imports from the United
Statesin 1999. The remainder of containerized shipments include soybeans, grocery items, and edible
nuts. Most shipments originate from East Coast ports and are transshipped through Antwerp, Belgium
or other large, mostly European ports. Lykes and Maersk-Sealand handled 94 percent of cargoes
primarily because these cargoes were largely food aid and must be transported on U.S.-flag vessdls.
The cost of shipping a40-foat, dry (i.e., nonrefrigerated) container from the U.S. Gulf, West, or East
Coast of the United States ranges from $4,000 to $4,600. By comparison, the cost of asimilar
shipment to Dubai is$3,600. The differencein cost may be due to (1) the gregter trade level the
United States has with Dubai, and (2) the increased costs of using U.S-flag vessals, which arefew in
number.

For bulk grains, alarge proportion of imports are for food aid which arrives both in bulk and bagged
form. Bulk shipments are chegper and the preferred method, with bagging accomplished in Mombasa.
U.S. commercid shipments of wheat occur occasiondly and appear competitive to Argentine ocean
freight rates a between $18 and $20 per ton. Lack of frequent commercia shipments from the United
States makes any sort of definitive anadlyss difficult. Mogt bulk shipments originate from the Gulf but a
few U.S-flag shipments have originated from the Pecific Northwest over the last couple of years.
Shipments are direct to Mombasa and range from 20,000 to 30,000 metric tons per ship.

Container Cargo Handling: While container ship unloading is a alower leve than most ports
(guaranteed rate of 20 containers per crane per hour), and crane operations are often interrupted for
lunch bresks and other reasons, the physica unloading of shipsis not as congtraining as the actud
management of the containers once they are stacked in container yards. Information exchange between
the port container yard managers, container receivers, trucking firms, the railroad, customs,
phytosanitary ingpectors, and qudity inspectors lacks to such adegree that it isnot at al uncommon for
acontainer to remain in the port for weeks before being cleared and leaving the port. On the other
hand, clearing companies (freight forwarders) report a 2-day clearance process can be consistently
achieved if sufficient attention is given to documentation and adherence to and knowledge of the
processin place.



Bulk Cargo Handling: Bulk grain movements out of the port are generdly alittle Smpler froma
documentation point of view, given the size of the cargo.  Importers generaly will pay for their own
independent ingpection for sanitary/phytosanitary compliance with Kenyan regulations but sill are
required to pay for the a Kenyan government inspection for this hedth ingpection and another
ingpection for qudity. There are more than afew examples of grain arriving and being held because of
disagreements between the cargo owner and Kenyan hedth/quality inspectors. In the process, the
cargo has deteriorated, complicating the importing process even more.

The physicd unloading of grain is bound to improve with the recent opening of a new, 30,000 metric
ton bulk grain receiving and storage facility at the port. Formerly, bulk grain has been unloaded at a
rate of about 2,000 ton per day, bagged in Mombasa, and loaded into trucks or rail wagons for
delivery in Kenyaor bordering countries. The process was dow, expensive, and contributed to grain
loss and deterioration.  The present system should lower the ocean freight costs of imported grain as
the facility has the capacity for unloading 10,000 to 12,000 tons of grain per day and can handle ships
from 40,000 to 50,000 tons.  Faster ship unloading and larger grain shipment sizes generdly trandate
into lower freight rates. The fadility itsdf estimatesa

$12 per ton savings in ocean freight rates. For U.S. exporters, larger shipment sizes and lower freight
rates per cargo increases their ability to compete with grain exporting countries located closer to
Kenya.

The new bulk grain handling facility also has the cagpability to load bulk grainsdirectly into rail carsor
trucks. Unfortunately, very few grain milling facilities a inland destinations have the capability to
receive grain in bulk form, having received bagged grain dmogt exclusively in the past. Thisis changing.
One mgor mill in the Nairobi areais ableto receive grain in bulk form and severd other millsare
building or converting their facilities to receive bulk grain.  Transportation of bulk grain will probably be
the limiting factor for some time as few trucks have the capaility to efficiently handle bulk grain
shipments and there are essentidly no rail hopper cars on the Kenyan railroad to devote to grain
transport.

Port Freight Forwarding, Customs, Security and Inspection Services. While even Mombasa's
port managing director admits the physical movement of containers out of the port area could be better
coordinated and expedited, importers most often cite the documentation process as the largest
impediment to moving a container out of the port.  The process has been improving but it can ill take
from 4 to 14 daysto clear acontainer from the port area.  The clearance problems are discussed here
generdly apply to Kenya-bound cargoes. Crossing the border into Uganda or other countries,
discussed later in thisreport’ s section on Uganda, generate an additiona set of chalenges and
opportunities for improvements.

For food products, Kenya customs service, the Kenya Plant Hedlth Inspectorate Service (KEPHIYS),
the Kenya Standards Bureau (KBS) for food quality ingpection, and port security/police services must
al be cleared before a container is dlowed to leave. The process used to entail 17 different documents



but that has been consolidated into one, World Trade Organization-generated, form.  Even with one
form, the process may fall if the freight forwarder or clearing agent is inexperienced or does not pay
aufficient attention to detail. It was reported there are currently 1036 approved freight forwarders that
work in Mombasa port, “about 936 too many” someone stated.  Unfortunately, little knowledge of
proceduresis required to become a clearing officid and the costs to open an “office” are minimd.

The Kenya customs service gppears to work efficiently with few complaints other than occasiond
problems associated with determining the vaue of the imported good.  Some procedures such as
having to name the mode of transport from the port need to be reviewed. Often the mode changes
because of port clearance delays and the whole clearance process may have to begin anew. The
Kenya Bureau of Standards currently hastheir lab in Nairobi rather than Mombasa which can cause
delaysin clearing products out of the port. Generdly, however, KBS does not examine grains for
qudity, sSince they accept certificates of qudity at origin. If something happens to grain enroute to the
port, Uganda, or another interior destination and it is obvioudy damaged or infested, KEPHIS
examines the cargo and makes a determination of condition. If the cargo is found unacceptable at
either port then one of four optionsis selected: return it, convert it to animd feed, re-export it, or
destroy it. Hedlth inspections by KEPHIS personnel gppear to be performed expeditioudy but thereis
aquestion among importers as to whether either ingpection agency is actudly performing the service
required of them even though they charge a substantid inspection fee. KEPHIS dso chargesfor its
ingpections using a“vaue of commodity” pricing system and importers fed asystem based on  “cost of
inspection” would be more appropriate.  Security clearances out of the port may be required from a
number of different agencies, including port security, loca police, nationd police, internd affairs,
cusoms police, etc. All of the services were mentioned as having the common problems of corruption
and inefficiency. It isaso important to note that KEPHIS only has offices and conducts ingpections at
the port. This means, anong other things, that cargo coming from Ugandais not ingpected until it
crosses the entire country and arrivesin Mombasa. Customs Bureaus have control at the land borders
regarding health, but do not know the standards. KEPIS hopes to establish cross-border offices by

May.

Kenyan Rail Service: The Kenyan Rail Authority is controlled and operated by the Kenyan
government but operates fairly independently from day-to-day control. Therall authority can offer
various leves of sarvices, change its freight rates for various commodities and destinations, and in many
ways operates fairly autonomoudy. Truck competition appears to hold rates to gppropriate levels.
The Kenyan government would like to privatize the railroad over the next 18 to 24 months but has yet
to agree on a plan to restructure the operation. The railroad can not operate without a subsidy as only
the main line between Mombasa and Kampaa, Ugandaiis profitable. Severa of the branch lines and
passenger service (10 percent of traffic) would have to be discontinued without government subsidies.

With 2,000 kilometers of rail line (one meter gauge), most of which is about 100 years old, the road
bed isin serious need of repair.  Of thel83 diesd locomotives, ones that work are in short supply.
The average age is 23 years and thereis little or no preventive maintenance. Kenya has leased



locomoatives from South Africa and has a contract with Generd Electric to rehabilitate enginesas a
means to maintain the service it now offers. Rail cars are dso in insufficient supply and in poor
condition. Thereisno money to purchase new equipment like grain hopper cars.

Many 4ill give the Kenyan railroad relatively high marks for its Mombasa to Kampaa sarvice. The
railroad seems to have worked out a clearance system with both Mombasa port and the border a
Kampda Containersroutingly clear the port in two days and customs and other ingpections a the
Tororo yard on the Kenyan-Ugandan border appears to work fairly smoothly because the cargoes are
pre-cleared in Mombasa. The trangt time has falen from 28 daysto 4 to 5 days. There have been
some experiments using “block trains’, which never pickup or drop cargo a intermediate points, and
the trangt times have dropped to two days. About 30 percent of dl traffic through Mombasa leaves
the port by rall.

Kenyan Motor Carrier Service: Mot of the containers and other goods leaving the port for

Nairobi or other Kenyan citiestravel on trucks. Hauls are usudly short and the versatility and speed of

motor carriersisimportant for many receivers. Kenya has 150,000 kilometers of roadway, only 9,000
of whichispaved. The Kenyan government (public works) maintains the current road system athough
new roads are built under private contract. Motor carriers may charge whatever the shipper iswilling

to pay.

A combination of poor maintenance, lack of enforcement of truck and axle weight regulation, and the El
Nino storms of 1998 al combined to create a near criss for Kenyan road travelers.  Pot-holed,
rutted, and washed-out roads increased trangt times for freight and passengers dike. Damageto
vehicles and discomfort to drivers and passengers forced the government to enact and enforce axle
welght redtrictions and begin road resurfacing.  Astrucks are often owned by smdl firms whose profits
margins are dim and competition is very keen, there is an economic incentive to overload.  Trucks
having 30-ton to 40-ton cargoes are common and many trucks do not aways have sufficient axlesto
spread the weight of theload. More weigh stations, increased spot highway checks, and increased
fines are having some impact at reducing road damage. Again, the enforcement of standard weight
regulationsis thwarted by low paid, poorly supervised officias who will accept money for “misreading
thescde’. Generdly theroads arein avery poor sate of repair and trangport costs are high dueto the
trangt times and the damage to trucks and cargo.

TANZANIA:

ThePort of Dar Es Salaam: Dar Es Sdaam isthe second largest port in East Africa after Mombasa
and is about haf the Sze or lessthan its northern neighbor.  The port offers an dternative, competitive
rall/lake route aso to Uganda and aso serves the landlocked countries of the Democratic Republic of
Congo, Burundi and Rwanda (by road). Rail lines also connect the port to Zambia, Zimbabwe and
Botswana.  With amaximum depth of 13 meters, Dar Es Salaam is capable of handling 30,000-ton



grain vessals and ships larger than the 1,000 to 1,500 TEU vessels which generdly cdl at the port.  Of
interest to agricultura shippers, the port has eight berths for generd cargo, a container termind with 3
ship-to-shore gantry cranes, and a 30,000-ton bulk grain receiving facility.

Port Operations. Aswith Mombasa, the Tanzania Harbors Authority has direct operationd control of
on-shore stevedoring, shorehandling of cargo, container termina management, grain operations, as well
as pilotage and berthing. Cargo and container handling operations are due to be privatized. The port
management reports the clearing process at the port is dow and can take up to 5 daysto clear a
container. Lack of any Electronic Data Interchange between ships, port, and customers makes finding
and clearing cargoes dow and difficult. A task force composed of the port, port users, and other
trangportation officids is currently working to reduce the complexity and time of the clearing process.
Some progressis evident. It used to take 13 daysto clear a container and the parties involved are
hoping to bring the clearance process down to 2 days. As both Mombasa and Dar Es Sdaam serve
many of the same inland market, the ports do compete for business and this rivary seemsto foster
positive change. In redity, dthough there is some diverson of cargoes from one port to the other, the
change in the amount cargo handled by each port for inland digtribution does not vary much from year
to year.

U.S. to Dar Es Salaam Shipping Patterns and Costs: For containerized agricultural products,
soybeans, vegetable oil and pulses made up about 95 percent of Tanzania simports from the United
Statesin 1999. The remainder of containerized shipments include grocery items, beef, and tobacco.
Most shipments originate from East Coast ports or Houston and are transshipped through Algiceras,
Spain, Antwerp, Belgium or other large, mostly European ports. Lykes and Maersk-Seal_and handled
95 percent of cargoes primarily because these cargoes were largely food aid and must be transported
on U.S-flag vessals.  The cost of shipping a40-foat, dry (i.e., nonrefrigerated) container from the U.S.
Gulf, West, or East Coast of the United States ranges from $4,000 to $4,600, the same rate to
Mombasa. By comparison, the cost of a similar shipment to Dubai is $3,600.

For bulk grains, most shipments arrive in bulk form and are unloaded into 10 dump trucks which haull
the grain to the 30,000-ton storage facilities a short distance from the berth. Imports are largely from
Audrdiaat arate of approximately $20 per metric ton.  Although ocean freight is often cited for not
purchasing U.S. grain, U.S. commercia shipments have occurred to Mombasa a gpproximeately the
samerate. Importers may prefer to purchase Austraian grain for reasons due to price, qudity, or other
factors.

Tanzania s Centra Freight Bureau is able to gpply some economic regulation to the transport of goods
to and from the country. The Bureau for many years booked freight for importers and exporters of
both bulk and containerized shipments but this serviceis being privatized. The agency is gpparently
keeping the responsibility for oversght of the ocean freight rates being charged for imports and exports.
If rates appear too high or too low, the Bureau has the authority to intercede for the shipper or carrier
and havetherate adjusted. The customs service, which derivesiits revenue from a percentage of the



landed cost of an import, is most concerned about very low freight rates for inbound cargoes. Thefile
of rates the Bureau uses to determine “fair and reasonable rates’ is proprietary to the agency and the
public is not allowed access.

Container Cargo Handling: Although the port is able to achieve arate of 25 containers handled per
hour per crane, the problem of moving containers out of the port expeditioudy liesin the organization
and information interchange among ingpection, customs, and transportation groups. There are 35
clearing agents for the port and it isfdlt, asis the case with Mombasa, that there are too many
documents and customs and ingpection agencies are dow to respond. About 40 percent of cargoes are
moved from the port by truck for mostly loca delivery and the remaining 60 percent is handled by the
rallroads for transshipment to other countries and the further reaches of Tanzania

Bulk Cargo Handling: Because one grain mill handles the mgority of imports through the port, the
process of moving grain in bulk form is much further ahead in Dar Es Sdlaam than in Mombasa. The
company mills about 800 tons dally at two Sites, one having a storage capacity of 40,000 tons and the
other 25,000 tons. The company aways buysin bulk from Austradiain lots of 30,000 tonsor more. It
coordinates with the port during unloading and achieves a 3,000 per day dischargerate. Thegrainis
shipped in bulk to the loca milling Steswhereit is either milled or bagged for shipment to Uganda

Port Freight Forwarding, Customs, Security and I nspection Services: The Nationa
Trangportation Corporation (NTC), a parastatd organization responsible to the Ministry of Tranport, is
aunique indtitution in EAC subregion. NTC serves as counsd on matters related to trangportation
development and as a holding corporation. NTC manages 10 companies with gpproximately 260
trucks. The headquarters dso has five trucks which smply take containers out of the portsin an effort
to keep things moving. NTC has no formd relationship with freight forwards, but works with them
informaly. The Tanzanian Bureau of Standards takes samples of incoming cargo right a the port and
examinesthem there. Smilar to KBS, TBS does not generdly examine incoming grains for qudity,
since they accept certificates of quaity at origin. It appears as though the Ministry of Hedlth ingpects
for hedth and safety, dthough this remains somewhat nebulous.

Tanzanian Rail Service: The Tanzanian Rail Corporation (TRC) is controlled and operated by the
Tanzanian government but the railroad gppears to have at least Some autonomy over operaions. Rall
rates may be changed at any time by the railroad with consideration to costs and motor carrier
competition. In practice, rates do not vary much as shippers seem to have enough politica and
economic leverage to thwart most increases. Thisis especidly true with regards to exports of nationaly
produced agricultural commodities, like coffee and sugar.

The railroad operates 2,720 kilometers of track serving not only Tanzanian citiesin the interior but so
countries bordering Lake Tanganyikaand Lake Victoria A transhipment point on the shores of Lake
Tanganyika, 1,255 kilometers from the port of Dar Es Sdaam, dlows rail-ferry carriersto serve the
Democratic Republic of Congo (DRC) and Burundi. The lineto Tanganyika branches at Taborato run



draight north to the port of Mwanza on Lake Victoria. From Mwanza, rail cars reach Uganda and
Western Kenya dso using arail-ferry service.

The TRC dso operates an inland container termind a Isaka. Thislocation, with container storage
yard, break bulk storage facilities, and transfer cranes, dlows containers and other goods to be
trand oaded onto trucks for delivery to Rwanda, Burundi, the DRC, and Uganda.

The Tanzanian Zimbabwe Rail Authority (TAZARA), arall line congructed by the Chinesein the
1960's, dso operatesrail service out of Dar Es Sdaam . The TAZARA line runs 1,852 kilometers to
Kapiri Mposhi, Zambia, the edge of Zambia s copper belt. Here the line links with the railways of
Zambia, Zimbabwe, and Botswana

Tanzanian Motor Carrier Service: Highway trangport in Tanzaniaremains mogly an internd affair
with internationd border crossings for the most part accomplished using rail and inland water transport.
Nonethdless, freight motor carriage is undergoing trangtion within the country. In the past, motor
carriers operated under arate and service structure largely determined by the government. One god of
motor carrier regulation was to maintain reasonably priced trangport to and from agriculturd production
aress (e.g., coffee, tea, cashews, sugar cane, and maize) in the hinterlands. Trucking companies, which
in essence were government operated, are now privatizing. Old equipment and aformer network
which bringsin little revenue hinders these efforts. Axd weight enforcement is consdered a serious
problem with “tough” rules often unenforced and there is a prevalling feding that “the other” trucking
companies are ignoring the weight regulations. A new “Land Trangport Committee”, made up of
shippers and transporters, has been initiated to set up rules to regulate market entry, safety, and other
issues regarding road, rail and pipeline transport.

UGANDA:

Accessto Ocean Ports: Just about 100 years ago, the Mombasa to Kampdarail line was completed
to give Ugandan traders efficient access to internationd markets. Thisrall line, and the two-lane
highway which now runs pardld toiit, is ill the primary meansto move cargo in and out of Uganda.
Poor road conditions between Kampala and the Kenyan border at Maaba and lengthy border crossing
procedures, have made arail-water route across Lake Victoria aviable, aternative route (see map,
following). Rail carsloaded in Kampala are moved a short distance to Port Bell on Lake Victoria
From Port Bell, rail cars move on ferries west to Kisumu, a Kenyan port, and then by rail to the
Mombasa-Kampala main line near Nakuru. Dar Es Sdaam dso offers Uganda aternative ocean
access usng therall line from Kampaato Port Bell, and continuing by rail-ferry south across Lake
Victoriato the port of Mwanza, Tanzania. From Mwanza, the rall line runs south to Tabora and then
east to Dar Es Sdlaam. Another internationd port access, which has recently become more
competitive with Dar Es Sdaam and Mombasg, is through the port of Durban, South Africa. The
newly inaugurated rail service uses exigting rail lines and lakes from Durban, through Mozambique,
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Zimbabwe, Zambia, and Tanzaniato reach Uganda.

Serviceand Cost: Although the distance and cost from Durban to Kampaais much greeter than any
of the other routes through Dar Es Sdaam or Mombasa, Ugandan importers of high-valued goods find
the route an acceptable dternative because of its consstency. The new service carriesasmall
percentage of imports into Uganda but importers who rely on spare parts and materid for their
manufacturing processes are more concerned about receiving goods on time regardless of the increased
trangit time (18 days) and additional cost ($4,200 per 20-foot container) over the other routes. Dar Es
Sdaam handles gpproximately 20 percent of the imported traffic into Uganda versus nearly 80 percent
through Mombasa. Dar Es Sdaam is reputed to be increasing its share of through or trangt traffic to
Kampala because the number of daysto clear the port has decreased and become more cons stent
than Mombasa. The shift is occurring even though the trangt time and cost from Dar Es Sdaam to
Kampala (14 days and $3,200, respectively) is more than the trangit time and cost from Mombasa to
Kampala (11 days and $2,975, respectively).

The Mombasa-Kampala Border Clearance: Because of tradition, proximity, and codt, the route
from Mombasa to Kampaais the most popular for Ugandan importers and exporters, carrying over 80
percent of the traffic to and from Uganda.  As mentioned earlier in the section on Mombasa port, the
clearance processis one of the biggest impediments to expediting traffic from the port to inland Kenya
The process becomes even more complicated with transit cargoes destined for Uganda. For Kenya,
security is the predominating issue because many Ugandan-bound cargoes often are actudly delivered
to Kenyawithout having to pay Kenyan customs. To reduce the amount of diverted cargoes, Kenyan
police have al trucks report to Mariakana, near Mombasa, on certain days of the week and trucks are
“escorted” to the Ugandan border. This security measure aso increases the time in trangt to Uganda.
Railed goods are less of a security problem than trucks becauseit is easier to control and monitor their
movement across the border. Over and above the normal Kenyan clearances needed, the Ugandan
importer must obtain nearly the same clearances again at the Ugandan border town of Malaba. Here,
customs must be paid, a sanitary/phytosanitary inspection must be performed, and the qudity of the
cargo determined. Although the same hedth or qudity inspection may have occurred in Mombasa by
Kenyan officids, there is no acceptance of one another’ s ingpection certification. Also, no Ugandan
inspectors are stationed in Mombasa to clear goods transiting to Uganda. The same lack of reciprocity
exigts between Kenyan customs and Ugandan customs.  If both countries could agree on
harmonization and reciprocity, the time it takes for clearing cargos a the Ugandan border (estimated at
30 percent of trangit time) could be greatly reduced.

Ugandan Rail Service: The Uganda Railroad Corporation (URC), part of the Ugandan government,
only operates aral lineto Maabawhere it joins the Kenyan Rail Authority ral bed and another short
lineto Port Bell to load ferries. Although Kenya s and Uganda s only profiteble rall serviceisthe
Mombasa to Kampala line, the two railroads do not operate in conjunction with one another.
Information sharing and cooperation concerning border clearances (clearing is performed at the Tororo
yard near the border), the location of cargos and rail wagons, train scheduling, and other matters could
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improve service. Both raill companies are even privatizing a different times and may adopt different
schemes to accomplish that transfer of authority and operations.

Today, the URC operates fairly autonomoudy and is able to set its own shipping rates, schedule
sarvice, and work out their own labor agreements. Therail line failed financidly in 1997 but operates
today without government subsidies. The Ugandan government does appear close to transferring the
rallroad to private control and operation, probably before the Kenyan government privatizes their
rallroad. To date, the East African Railway Development Corporation, a Canadian subsidiary, has
submitted a business plan and the government is currently considering the proposa. The government’s
plan isto lease out the operating rights for 5 years but the government will own al assets and the right-
of-way. After 5years, the planisto advertise again for bidders and sell the assets and operation
outright.

Therall line sorely needs upgrading. Without needed rehabilitation, it is estimated that the line has no
more than 10 years of useful life. Although it was designed for train speeds up to 80 kilometers per
hour (kph), it barely operates at speeds of 25 kph. Operations aso suffer because there about 3 times
more traffic inbound than outbound. Therall yard in Kampaais congested and cars often wait many
days longer than necessary to unload. Once unloaded, they seldom make the return journey back to
Mombasa expeditioudy. Often shippersin Mombasawait for empty wagons or flat carsto return
before they can ship loads out to Uganda. The URC currently employs about 1,800 people but only
needs about 1,000 to operate. The railroad lacks the fundsto pay severance to employees so it must
continue to pay for labor it does not need.

Rail operations out of Port Bell on Lake Victoriato both Kisumu, Kenya and Mwanza, Tanzaniawas
initiated as an dternative to the “rail only” serviceto Mombasa. The ferry service gppearsto run fairly
well using three 880-ton rail-ferry combination vessals. Users fdlt that ferry captains could use more
training and a certification process for them needs to be implemented. Ferries were reported
sometimes to be operating in unsafe conditions with vessals overloaded or out of trim. The rail-ferry
sarvice from Port Bell to Kisumu was aso favored because the clearance process at Kisumu was more
efficient than the one a Tororo. Today, about 30 percent of Kampa a-Mombasa cargoes are
transported over the water route and 70 percent over the dl-rail route.

Uganda Motor Carrier Service: For Ugandan importers and exporters road transport is the
preferred option over rail to Mombasa because delivery times are more reliable and flexible. About 70
percent of cargos use the highway versus 30 percent rail, even though rates are $130 per metric ton by
truck and $66 per ton by rail.

Conditions for road freight operators could hardly be worse. One stretch of Ugandan highway
between Maaba and Jinja has sections washed out dl together and dmost al other sections necessitate
trucks weave from the left to the right side of the two-lane road to avoid very large pot holes.  Burst
tires, broken springs, and bent axles are common, as are accidents.  Although the road was poorly
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congtructed, the deterioration is exacerbated by the trucks themsalves which are often overloaded.
The German government has agreed to fund recongtruction of this road but only if the Ugandan
government maintains oversight of the services which will enforce axle load limits on that portion of the
route.

Truck owners dso complain that there should be more harmonization of axle weight regulations
between Uganda and Kenya in order to facilitate clearance a the border and avoid fines at weigh
gations. An Uganda Truck Owners Association has been recently formed to advise the government
on palicies which would increase the efficiency of road trangport. Many times regulations come into
effect without the benefit of input from road users causing unnecessary delays, confusion, and
noncompliance.

REGIONAL:

Harmonized Standards. Harmonization of East Africa Standards for wheat (EAS 051 - Specification
For Grades Of Whesat Grains) and corn (EAS 002 — Standard Specification For Maize (Grains)) for
use between the three countries has dready been accomplished recently. It istoo early in the
implementation stage to determine if acceptance and utilization will be what was envisoned to fecilitate
trade across their borders. The firgt edition of the harmonized corn standards was published in 1997.

The Eagt Africa Standards harmonization group continues to meet on aregular basis with the
chairmanship rotated yearly between the three countries. The committee is comprised primarily of
representatives of each country’ s Bureau of Standards.

Other grain related harmonized standards available are:
- EAS 001 —Wheat Four
EAS 044 — Milled Whole Maizemed and Maize Products
EAS 046 — Specification for Dry Beans
EAS 059 — Maize Seed for Planting
EAS 082 — Methods of Test for Milled Ceredl Products
EAS 088 — Methods of Sampling Anima Feedstuffs

Requested, but not provided, were copies of the harmonized documents for the Phytosanitary
Certificate, Permit to Import Plant Materids and Certificate of Analysis for use by Bureau of
Standards. Also obtained were the Kenya standards for “ Specification for Grades of Wheat Grain”,
“Specification for Dry Shelled Maize’ and “Methods of Sampling Cereds and Pulses as Grain™.
Comparisons are interesting. EAS 051 for whest is the same as the existing Kenya wheat stlandard
(KS 01-136); however, the harmonized standard for corn (EAS 002) is sgnificantly different from KS
01-42. The maize standard has only Grades 1 & 2 instead of four. The factor alowances are also
different. (Electronic copies of sandards not available a thistime)
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The harmonized standards for wheat contain 4 grades based on test weight differences only. The other
factors have the same maximum limit. The test weight, or “Minimum Massin KG per 100 Litres’ is
determined using the Cox funnel and a 0.5 L measure and multiplying the result by 200 to obtain the
mass per 100 litres. The maximum moisture content is 14.4 percent and determined by any
“acceptable routine method”. If the original result is questioned (appealed) within 14 days another
ingpection is made on the original sample, not afresh file sample. For export ingpections, the sampleis
held 180 days. Two smultaneous determinations are made on the original sample.  The results must
be within 0.5 percent of each other otherwise athird analysisis made.

The harmonized sandard for corn (maize) is more stringent than the Kenya standard for al factors.
The maximum moisture for No. 1 cornis 13.0% and for No. 2 is 13.5%.

Inthe U.S,, sampling techniques and equipment are specific in order to provide repestable
representative samples from which the qudity is then determined. Under the EAS standards, hand and
shove sampling is permitted aswell as varying methods of sectioning a sample that produce arbitrary
results.

Privatization of Transport: Uganda gppears to be making an earlier effort to privatize transportation
sarvices and reduce border clearing delays than either Kenya or Tanzania. One obvious reason is that
Uganda relies dmost exclusively on other countries to transport goods to and from international
markets and the more efficient, compatible, and transparent their operations are, the better they will be
able to harmonize trangport operations with neighboring countries.  Kenya gppears more aggressive in
privatizing their port operations than does Tanzania. Mombasais amuch larger port than Dar Es
Sdaam and higtoricaly has had much more trangt cargos moving to surrounding countries and may
have more potentid for future growth and invesment. Tanzanid s privatization efforts gppear more
inwardly focused and careful than either of the other two, but Tanzania seems to have fewer problems
clearing products through ports or across the borders of neighboring countries. In any case, effortsto
privatize and improve trangport operations are moving forward in al three countries. The processis
just beginning to show results and transporters, shippers, and government officials are cautioudy
optimigtic. Investmentsin training and other cooperative assstance a this time would complement the
efforts currently underway in these three countries.

Trangt Transport Coordination Authority (TTCA): The TTCA was founded in 1985 to improve
operations in the Northern Transport Corridor (Mombasa port link to other countries). TTCA became
operational in 1986 with Kenya, Uganda, Rwanda, Congo, and Burundi as members. Tanzania has
adways maintained an observer satus. TTCA isgoverned by a Council for Transport Ministers, which
mesets annudly; a Technical Executive Committee, which meets biannudly; and a Permanent
Secretariate, which meets regularly and manages day-to-day issues.

U.S.-BASED TRAINING FOR EAST AFRICAN TRANSPORTATION OFFICIALS:

For Port Officials. Specid gppointments with MARAD, American Port Association officids, port

14



operations personnel at the Ports of Baltimore/Houston to discuss how privatization has worked at
other ports, port security, port clearance procedures.

For Railroad Officials: Specia gppointments with Federa Railroad Adminigtration, American
Association of Ralroads, Short Line Railroad Association, Rall officids at the ports of Batimore and
Houston to discuss privatization methods based on short lines abandoned by large railroads, successful
port operations, and interaction with customs and other port services.

For Highway Officials: Specid appointments with Federd Highway Adminigtration; Maryland
Highway Adminigration; Agriculturd Trucking Association to discuss truck and axle weight regulations

and enforcement, harmonizing State-to-State differences in regulations, and highway maintenance and
fegftax structure

TENTATIVE | TINERARY FOR TRANSPORTATION OFFICIALS:
Friday, duly 21 Leave East Africa
Saturday, July 22 Arrive United States

Sunday, July 23 R&R

Monday, July 24 am - Orientation with FAS/ICD
pm - Presentations by USDA officids: GIPSA, APHIS, AMS

Tueday, July 25 Presentations by DOT officias and trangport organizations

Wednesday, July 26 Presentations by DOT officias and transport organizetions/'Visit local
trangportation legidation mesting

Thursday, July 27 Vigt to Bdtimore Port

Friday, July 28 Consensus Building Training
* Participants provide facilitator with requests for potentia individuaized
mestings for last day of training.

Saturday, July 29 Free day

Sunday July 30 Early afternoon flight to Houston

Monday, July 31 Houston port operationg'rail facilities/port services
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Tueday, August 1 Houston port operationgral facilities/port services

Wed, August 2 am - Houston port operationg/rail facilities/port services

pm - fly to Washington, DC

Thursday, Augus 3 am - Wrap up/lessons learned/prepare for in-country training

pm - Re-entry Strategizing

Friday, August 4 Opportunity for individualized meetings upon request

Saturday, August5  FHy to East Africa

POTENTIAL PARTICIPANTSFOR TRANSPORTATION TRAINING:

*k*

**

Kitiabia Reginah M .K. Kiti - REDSO (escort)

Brown Ondego/J.N. Imathiu - Kenya Ports Authority

Silas Kanamugire - Trangt Transport Coordination Authority

Protase Echessah - EATI Coordinator

B.Z. Mdlld/Rukia D. Shamte - Tanzania Railways Corporation
Ephrem Mgawe - Tanzania Harbors Authority

George W. Nyombi Thembo - Uganda Railways Cooperation

Charles Kareeba - Uganda Clearing & Forwarding Agents Association
Sarah Nalumans - Uganda Manufacturers Association

David MacharialJoseph Muthee - Catholic Relief Services

Mr. Kitolo/Paul Knigori - Kenya Ministry of Trangport

Casan H.O. Ngamilo - Oceanic Shipping Agencies Co. Ltd.
Nicholas H. Mbwangi - National Transport Corporation

Frank A. Rashidi/Joachim E. Chipa- Tanzania Central Freight Bureau
Bernie Runnenbaum - ACDI/VOCA

Keth Sutherland, Unga Limited

Capt. John Dunn - Grain Bulk Handlers Ltd.

Awadh Omar Bayusuf - Bayufu & Sons

Andrew Jones/Frederick Nyale - SGS

Abubakar S. Bakhressa - Said Salim Bakhressa& Co. Ltd.
CharlesKaira - Transport Policy Consultant

Lawrence Lugwana Kaggwa - Uganda Transport Agencies, Ltd.

(***indicate highest priority and * indicates lowest priority)
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U.S.-BASED TRAINING FOR EAST AFRICAN STANDARDS OFFICIALS:

It is advisable to design atraining which would cover not only quality standards, but also hedth

dandards. It is recommended that APHIS be brought into discussonsimmediately. Tentative places

of interest and topics of discussion could include:

¢ GIPSA to discuss the US standardization process

¢ GIPSA to discuss proper sampling and inspection procedures

¢ Kansas City to vigt the research and nationd grain grading board and gain exposure to grading
procedures for specific grains

¢ USDA/ARS, Kansas State University, and American Inditute of Baking research facilities to see
how standards in other agriculturd areas are determined

¢ Houston to observe export ship loading of bulk grain and rice; ingpection at bagged grain, rice, and
commodity warehouses, and observe carrier sowage examination

¢ APHISto discuss phytosanitary issues

TENTATIVE | TINERARY FOR STANDARDS OFFICIALS:

Friday, Aug 11 Leave East Africa

Saturday, Aug 12 Arrive United States

Sunday, Aug 13 R&R

Monday, Aug 14 am - Orientation with FAS/ICD
pm - Presentations by USDA officids: GIPSA, APHIS, AMS

Tueday, Aug 15 GIPSA: Sampling and Inspection Procedures
Wednesday, Aug 16  APHIS: Phytosanitary Issues

Thursday, Aug 17 APHIS: Phytosanitary Issues

Friday, Aug 18 Consensus Building Training

Saturday, Aug 19 Free day

Sunday Aug 20 Fly to Kansas City; Drive to Manhattan, KS

Monday, Aug 21 USDA/Agriculturad Research Service
Kansas State University
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American Indtitute of Baking

Tueday, Aug 22 am - GIPSA/Technica Services Divison
pm - fly to Houston

Wednesday, Aug 23 Houston port

Thursday, Aug 24 am - FHy to Washington, DC
pm - Opportunity for individuaized meetings upon request

Friday, Aug 25 am - Wrap up/lessons learned/prepare for in-country training
pm - Re-entry Strategizing

Saturday, Aug 26 Fly to East Africa

POTENTIAL PARTICIPANTSFOR STANDARDS TRAINING:

FAS/Nairobi Staff (escort)

Dr. C.J. Kedera - Kenya Plant Health Inspection Services

Dr. Wilson Songa - Kenya Plant Hedlth Ingpection Services

Margaret Rotich - Kenya Bureau of Standards

P.O. Owaga - Kenya Bureau of Standards

Okassal Opolot - UgandaMin of Ag/Phytosanitary & Quarantine Inspection Services
Michael Odona- Uganda Min of Ag/Phytosanitary & Quarantine Inspection Services
Eve Kasrye-Alemu - Uganda Nationa Bureau of Standards

?, Uganda National Bureau of Standards

Beatrice Mutabazi - Tanzania Bureau of Standards

Dr. C. Mosha - Tanzania Bureau of Standards

?, Tanzania Hedlth Ingpection Agency

?, Tanzania Hedlth Inspection Agency

DO OO OO OO OO O O OO

I N-COUNTRY WORKSHOP AND TECHNICAL ASSISTANCE:
At least one in-country workshop or technica assstance activity will take place in September 2000.
Topic and country will be prioritized during last day of each U.S. based training activity.

Appendices:
Itinerary and Contacts
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Meeting Notes
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